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9.0 FINANCIAL PLAN 

9.1 INTRODUCTION 

The purpose of this section is to evaluate Wichita Falls Municipal Airport’s (SPS) capability to fund the 
Master Plan Update’s Capital Improvement Program (CIP) (including a particular focus on the development 
of concepts for a new passenger terminal) and finance operations during three phases of capital 
development.  The phases include a 5-year period from 2010 to 2014 (Short-Term), a 5-year period from 
2015 to 2019 (Intermediate-Term) and a 10-year period from 2020 to 2029 (Long-Term).  The analysis 
includes development of a detailed Financial Plan prepared annually for the short-term period and in 
summary for the intermediate- and long-term periods.  Objectives for developing the plan include 
presenting the results of the implementation evaluation and providing practical guidelines for matching an 
appropriate amount and timing of financial resources with the planned use of capital funds.  Detailed tables 
of projections for the capital program, operating expenses, operating revenues, and cash flow are provided 
to support the Financial Plan Summary which presents the results of this evaluation. 

9.2 OVERALL APPROACH 

The overall approach for developing the Financial Plan included the following steps: 

 Gathering and reviewing key SPS documents related to historical financial results, 
capital improvement plans, operating budgets, regulatory requirements, and SPS 
policies. 

 Interviewing SPS management personnel to gain an understanding of the existing 
operating and financial environment and overall financial management philosophy. 

 Reviewing the aviation forecast presented in Section 3.0. 

 Reviewing terminal concepts, cost estimates, and the development schedule anticipated 
for the planning period and projecting the overall financial requirements for 
implementation of the preferred terminal concept. 

 Reviewing the CIP (which includes non-terminal related projects), cost estimates and the 
development schedule anticipated for the planning period, and projecting the overall 
financial requirements for the CIP. 

 Determining and analyzing the sources and timing of capital funds available to meet the 
financial requirements for funding the CIP. 

 Analyzing historical and budgeted operating expenses, developing operations and 
maintenance expense assumptions, reviewing assumptions with SPS management, and 
projecting future operating costs for the planning period. 

 Analyzing historical and budgeted revenue sources, developing revenue growth 
assumptions, reviewing assumptions with SPS management, and projecting future 
revenues for the planning period. 

 Completing results of the analysis and evaluation in a Financial Plan Summary that 
provides conclusions regarding SPS’ capability to finance the planned CIP. 

9.3 CAPITAL FUNDING SOURCES 

The CIP is anticipated to be funded from several sources.  These sources include Federal Aviation 
Administration (FAA) entitlement and discretionary grants, passenger facility charges, rental car customer 
facility charges, SPS cash reserves/net operating revenues, and other funds.  Each of these sources of 
funds is described in the following paragraphs. 

9.3.1 FAA AIRPORT IMPROVEMENT PROGRAM GRANTS 

SPS receives grants from the FAA to finance the eligible costs of certain capital improvements.  These 
Federal grants are allocated to commercial passenger service airports through the Airport Improvement 
Program (AIP).  AIP grants include entitlement grants, which are allocated among airports by a formula that 
is based on passenger enplanements and discretionary grants which are awarded in accordance with FAA 
guidelines.  Under the current AIP re-authorization legislation enacted in 2003 for funding authority through 
September 30, 2007 (and further extended a number of times through April 30, 2010 - long-term authority 
is expected to be enacted by Congress in April 2010), SPS is projected to receive current entitlements of 
$1 million per year throughout the 20-year planning period based on the forecasted levels of passenger 
enplanements.  Non-Hub airports (those with annual enplanements up to 367,874 in Calendar Year (CY) 
2008 comprising 385 airports) can accumulate up to 4 years of unspent entitlements before awards are 
revoked.  SPS did not spend $281,696 of its 2009 entitlement and thus, has that amount, in addition to its 
$1 million 2010 entitlement, available to fund projects during the short-term planning period.  However, 
according to the FAA Texas Airports District Office, AIP entitlements are available to reimburse eligible 
project expenditures in the long-term future, as long as, high-priority projects (primarily airfield pavements) 
are funded first.  It should also be noted that project-related debt financing expenses (interest and issue 
costs) are not eligible for AIP funding. 

The approval of AIP discretionary funding is based on a project eligibility ranking method the FAA uses to 
award grants, at their discretion, based on a project’s priority and importance to the national airport and 
airway system.  For 2010 and 2011, the projection includes FAA discretionary funding of about $7.2 million 
to SPS for reconstruction of Runway 17/35.  It is reasonable to assume that SPS will receive additional 
discretionary funding during the planning period for higher priority, eligible projects such as runway, taxiway 
and apron pavement improvements; security projects; and safety enhancements.  It was assumed that 
about $13.2 million in discretionary grants (including $7.2 million that is likely to be awarded for Runway 
17/35) would be provided during the short-term planning period, $1.7 million during the intermediate-term, 
and $10.5 million during the long-term.  If this projected discretionary funding is not awarded by the FAA in 
the time frames indicated, these projects are likely to be delayed until such funding is available.  AIP 
discretionary grants are not available for reimbursement of prior project expenditures. 
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9.3.2 PASSENGER FACILITY CHARGES 

The Aviation Safety and Capacity Expansion Act of 1990 established the authority for commercial service 
airports to apply to the FAA for imposing and using a Passenger Facility Charge (PFC) of up to $3.00 per 
enplaned passenger.  With the passage of the Wendell H. Ford Aviation Investment and Reform Act for the 
21st Century in April 2000, airports can apply for an increase in the PFC collection amount from $3.00 per 
eligible enplaned passenger to $4.50.  The proceeds from PFCs are eligible to be used for AIP eligible 
projects and for certain additional projects that preserve or enhance capacity, safety or security; mitigate 
the effects of aircraft noise; or enhance airline competition.  PFCs may also be used to pay debt service on 
bonds (including principal, interest, and issue costs) and other indebtedness incurred to carry out eligible 
projects.  In addition to funding future planned projects, the legislation permits airports to collect PFCs to 
reimburse the eligible costs of projects that began on or after November 5, 1990.  In its current 
deliberations regarding FAA re-authorization, Congress is considering a significant increase to the current 
$4.50 PFC collection level.  As a conservative approach, this analysis assumes that the current Federal 
law will continue throughout the planning period and makes no assumptions regarding any changes to the 
structure of new funding laws to be enacted by Congress in the future. 

On August 4, 2008, SPS’ first and only PFC application was approved by the FAA to impose and collect 
PFC revenues at the $4.50 collection level for several eligible projects.  This application is currently in 
effect, has a total collection authority of $1,646,268, and has an expected expiration date of December 
2017 based on the passenger enplanement forecast contained in this report.  

The Financial Plan analysis assumes that SPS will submit additional PFC applications and amendments, 
as required, to ensure that the collection of PFC revenue continues beyond the authorized expiration date 
and throughout the planning period.  PFC revenues are assumed to be used throughout the planning 
period for a number of eligible projects identified in the CIP. 

9.3.3 RENTAL CAR CUSTOMER FACILITY CHARGES 

SPS has recently finalized the negotiation of new rental car agreements that include acknowledgment of a 
City Resolution (dated February 16, 2010) to impose a $3.00 per rental car transaction day customer 
facility charge (CFC) effective on May 1, 2010 to support development of “the new terminal and associated 
landside improvements to the traveling public including relocation of the rental car terminal facilities, ready 
return lots, and storage facilities using CFC revenue to finance these improvements.”  This fee is 
anticipated to generate approximately $124,000 in annual funding to support cash flow for the CIP.  In this 
analysis, CFC funding is not considered strictly as a capital funding source but rather as an addition to 
annual capital cash flow that supports capital expenditures in accordance with the City Resolution. 

9.3.4 CASH RESERVES/NET REVENUES 

The Financial Plan analysis projects that positive net revenues will be generated by SPS operations 
throughout the 20-year planning period.  Cash reserves of about $540,000 were also available to support 
capital expenditures at the beginning of 2010.  The projection assumes that about $3.7 million in cash 
reserves and net operating revenues will be used to fund various projects during the Master Plan Update’s 
20-year planning period.  In this analysis, CFC revenues are also treated as cash flow additions and 
considered part of this funding mechanism. 

9.3.5 OTHER UNIDENTIFIED FUNDING 

The traditional capital funding sources described in the preceding paragraphs are insufficient in amount 
and timing to finance the proposed passenger terminal planned for implementation during the period 2013 
to 2015.  This result occurs even though AIP and PFC funding could be used for eligible terminal costs 
(about 86 percent) if these sources were available during the time frame needed.  Consequently, non-
traditional funding sources from private third-party or other sources will be needed to finance terminal 
project costs of about $14.7 million during the short- and intermediate-term planning periods.  However, it 
should also be noted that an additional $9.3 million in funding from this source is projected to be needed to 
support 3 years of cash flow shortfalls during the construction period.  This cash flow shortfall could be 
reimbursed from 10 years of $1 million per year AIP entitlements generated during the long-term planning 
period.  The source of this non-traditional “other” funding has not yet been determined and represents a 
capital shortfall for the project.  If other funding sources cannot be identified and obtained in the time 
frames needed, the terminal project will have to be delayed until such funding can be identified.  This 
source has been referenced in the Financial Plan as “Other Unidentified Funding.” 

9.3.6 PRELIMINARY ANALYSIS FUNDING FOR THE TERMINAL PROJECT 

The Preliminary Financial analysis conducted as part of this Master Plan Update included a review of four 
Terminal Area Options before the preferred terminal concept was identified and before the non-terminal 
capital projects were specified for the CIP.  This preliminary analysis provided a funding plan for each of 
the options and a more detailed analysis of the preferred terminal concept - Option 4C.  In the funding plan 
for Option 4C, financing sources included a significant debt requirement (about $22 million) due to the 
delayed availability of AIP entitlements for eligible costs of the terminal development. 

The plan indicated that debt service would be paid through principal reimbursements from future AIP 
entitlements (throughout the 20-year planning period) with a significant reliance on City Economic 
Development Funds to provide cash flow.  In reviewing this preliminary plan with City officials, it was 
determined that the plan was more aggressive than the City is presently willing to fund through City general 
funds or from the local sales tax that supports economic development.  The plan also assumed funding of 
the terminal design in 2010 from economic development sales tax.  This assumption was also determined 
to be too aggressive at this time.  As a result, the final Financial Plan excludes the use of debt financing 
and Economic Development Funds.  Under this revised approach, other unspecified funding became a 
significant funding mechanism that embodies the uncertainty and delayed project implementation 
associated with an unidentified funding source. 

9.4 FINANCIAL ANALYSIS AND IMPLEMENTATION PLAN FOR THE MASTER PLAN 
CAPITAL IMPROVEMENT PROGRAM 

This analysis, along with the detailed tables presented in this section, provides the results of evaluating the 
financial reasonableness of implementing the preferred terminal concept and the CIP during the planning 
period from 2010 through 2029. 
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9.4.1 ESTIMATED PROJECT COSTS AND DEVELOPMENT SCHEDULE 

The estimated project costs and development schedule were derived from Section 8.0.  Table 9-1 (shown 
on the following pages) provides a detailed cost estimate (in 2010 dollars) for the preferred terminal 
concept including a breakdown of terminal space by functional area and a funding eligibility analysis for 
each of the areas. 

Table 9-2 (shown on the following pages) presents the recommended projects in each planning period 
along with their associated timing and costs.  The table also presents the amounts and timing of project 
funding sources.  As shown in Table 9-2, the total estimated cost of capital projects, including the terminal, 
is $54,847,705 in 2010 dollars.  The estimated costs for projects scheduled during 2011 are adjusted by an 
assumed 3 percent rate of annual capital inflation.  The estimated costs for projects scheduled during 2012 
through 2029 are adjusted by an assumed 4 percent rate of annual capital inflation.  The resulting total 
escalated costs are $67,853,356.  Table 9-3 presents a summary of Table 9-2 and provides a comparison 
of 2010 base year costs with escalated costs adjusted for inflation for each planning period. 

TABLE 9-3 
SUMMARY OF BASE YEAR AND ESCALATED COSTS FOR THE CIP 

Planning Periods 
2010 Base 
Year Costs 

Total 
Escalated Costs 

Preferred Terminal Concept Costs (2013 to 2015) $30,259,000 $35,554,588 
Other Capital Projects:   
      Short-Term Projects (2010 to 2014) $11,955,437 $12,264,975 
      Intermediate-Term Projects (2015 to 2019) $3,735,418 $4,773,751 
      Long-Term Projects (2020 to 2029) $8,897,850 $15,260,042 
            Total Other Capital Project Costs $24,588,705 $32,298,768 
Total Project Costs $54,847,705 $67,853,356 

Source: Leibowitz & Horton AMC, 2010. 

9.4.2 SOURCES AND USES OF CAPITAL FUNDING 

As discussed in previous sections of this analysis, a variety of sources are available for funding capital 
improvements at SPS.  The funding structure of the capital program depends on many factors, including 
project eligibility for the various funding sources, the ultimate type and use of facilities to be developed, the 
amounts and timing of funds available, and the priorities for scheduling project completion.  For planning 
purposes, assumptions were made related to the funding source of each capital improvement.  The 
detailed capital funding analysis is provided in Table 9-4 (shown on the following pages).  A summary of 
the capital plan with escalated project cost estimates and funding sources is presented in Table 9-5. 

 

TABLE 9-5 
SUMMARY OF SOURCES AND USES OF CAPITAL FUNDING 

Sources of Capital Funding (2010 to 2029): 
 AIP Entitlement Grants $20,281,696 
 AIP Discretionary Grants $25,357,774 
 Passenger Facility Charges $3,879,053 
 Other Unidentified Funding $14,655,900 
 Cash Reserves/Net Revenues $3,378,934 
 Total Sources of Capital Funding $67,853,356 
Uses of Capital Funding: 
 Preferred Terminal Concept (2013 to 2015) $35,554,588 
 Other Capital Projects:  
       Short-Term Projects (2010 to 2014) $12,264,975 
       Intermediate-Term Projects (2015 to 2019) $4,773,751 
       Long-Term Projects (2020 to 2029) $15,260,042 
             Total Other Capital Project Funding  $32,298,768 
  Total Uses of Capital Funding $67,853,356 

Source: Leibowitz & Horton AMC, 2010. 
Note: Addition errors are due to rounding of calculated amounts. 

As shown in Table 9-5, substantial funding will be needed from Federal sources including $1 million per 
year throughout the planning period from AIP entitlement grants.  AIP discretionary grants are projected to 
provide a total of about $25.4 million throughout the planning period including $5.2 million for airside 
improvements of the terminal development during the short-term planning period.  PFCs are projected to 
provide a total of $3.9 million throughout the planning period.  The rental car service facility is projected to 
be funded from about $347,000 in SPS cash reserves supported by net revenues and CFCs.  As discussed 
in Section 9.3.5, about $14.7 million in other unidentified funding will be needed to finance the preferred 
terminal concept in 2013-2015 due to the delayed availability of AIP entitlement grants throughout the 20-
year planning period. 

9.4.3 PROJECTED OPERATIONS AND MAINTENANCE EXPENSES 

Operations and maintenance expense projections for the short-, intermediate-, and long-term planning 
periods are based on SPS' current budget, the anticipated impacts of inflation, aviation traffic increases, 
facility improvements, and the recent experience of other similarly-sized airports. 

9.4.3.1 OPERATIONS AND MAINTENANCE EXPENSE PROJECTION ASSUMPTIONS 

Operations and maintenance expense growth assumptions, as reflected in Table 9-6 (shown on the 
following pages), were developed to project SPS’ operating expenses during the planning period.  Actual 
amounts for 2007 and 2008, estimates for 2009, and budgeted amounts for 2010 provide a comparison 
with expenses that are projected for the period 2011 through 2029.  Beginning in 2011, the projection for 
the following expense categories is based on 2010 budgeted amounts and an annual inflation growth rate 
of 3 percent: 

 Salaries and Benefits 

 Materials and Supplies 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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Source: Leibowitz & Horton AMC, 2010. 
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 Maintenance and Repairs 

 Utilities 

 Contractual Services 

 Other Operating Expenses 

 Minor Equipment Outlays/Grant Local Matches 

9.4.3.2 Projection of Operations and Maintenance Expenses and Operating Expenses Per 
Enplaned Passenger 

The projection of operations and maintenance expenses is provided in Table 9-6.  As shown in the table, 
total operating expenses are expected to grow from $326,544 budgeted for 2010 to $367,528 projected for 
2014 with a total of $1,733,666 during the 5-year short-term period.  During the 5-year intermediate-term 
period, expenses are projected to total $2,009,795, and during the 10-year long-term period, expenses are 
projected to total $5,030,899.  The overall growth rate of expenditures during the projection period is 
3 percent per year. 

Table 9-6 also provides a comparison of SPS’ total operating expenses per enplaned passenger versus the 
industry average for non-hub airports.  SPS' operating expense per enplaned passenger is projected to 
grow from $7.10 budgeted for 2010 to an average of $9.03 during the long-term planning period.  During 
the same period, the industry average for non-hub airports ranges from $33.25 in 2010 to an average of 
$51.223.  This comparison shows that current operating expenses at SPS are substantially less than those 
of other similarly-sized airports.  This result is significantly due to the airfield maintenance and operating 
expenses that Sheppard Air Force Base provides including airfield area mowing, runway/taxiway lighting, 
security fencing, Aircraft Rescue and Firefighting (ARFF), Air Navigation Aides, and Air Traffic Control 
Tower (ATCT) services for all aircraft operations.  Nonetheless, SPS’ operating expenses appear to be 
very cost-efficient compared with other similarly-sized non-hub airports. 

9.4.4 PROJECTED OPERATING REVENUES 

Operating revenue projections for the short-, intermediate-, and long-term planning periods are based on 
SPS' current budget, the anticipated impacts of inflation, aviation traffic increases, anticipated user fee and 
tenant rental adjustments, facility improvements, and the recent experience of other similarly-sized airports. 

9.4.4.1 Operating Revenue Projection Assumptions 

Table 9-7 presents actual, estimated, budgeted and projected operating revenues for SPS for the period 
2007 through 2029.  Actual amounts for 2007 and 2008, estimates for 2009 and budgeted amounts for 
2010 provide a comparison with revenues that are projected for the period 2011 through 2029.  Annual 
growth assumptions from 2011 through 2029 for the following revenue categories are provided below: 

Airline Revenues 
 Landing Fees - Projections are based on the 2010 budget with a 3 percent annual 

inflation rate plus increases in aircraft landed weight using annual growth at half the rate 
of passenger enplanement forecasts.  This reflects the airlines’ practice of managing 
increased load factors before additional flights are provided. 

                                                 
3 Sources: FAA Air Carrier Activity Information System (ACAIS) enplanement database and non-hub airport annual financial report 

#127 from the FAA Compliance Activity Tracking System (CATS) for 2007 and 2008 with inflation adjustments after 2008 

 Terminal Rent - Projections are based on the 2010 budget and 3 percent annual inflation 
thereafter. 

Non-Airline Revenues 
 Fuel Flowage Fees - Projections are based on the 2010 budget with a 3 percent annual 

inflation rate plus increases in aircraft landed weight using annual growth at half the rate 
of passenger enplanement forecasts to approximate growth in the volume of fuel 
delivered. 

 Ground Leases - Based on the 2010 budget and 3 percent annual inflation thereafter. 

 Hangar Lease - Based on the 2010 budget and 3 percent annual inflation thereafter. 

 Rental Car Space Rent - Based on the 2010 budget and 3 percent annual inflation 
thereafter. 

 Rental Car Concessions - Based on the 2010 budget and 3 percent annual inflation plus 
the annual rate of forecast enplanement growth. 

 Other Concessions - Based on the 2010 budget and 3 percent annual inflation plus the 
annual rate of forecast enplanement growth. 

 Parking Fees - Based on the 2010 budget and 3 percent annual inflation plus the annual 
rate of forecast enplanement growth. 

 Advertising Sales - Based on the 2010 budget and 3 percent annual inflation thereafter. 

 Other Airport Rentals - Based on the 2010 budget and 3 percent annual inflation 
thereafter. 

 Interest Income - Based on the 2010 budget and remains fixed at $6,000 per year 
thereafter. 

 Miscellaneous Revenues - Based on the 2010 budget and 3 percent annual inflation 
thereafter. 

9.4.4.2 Projection of Operating Revenues, Airline Cost Per Enplaned Passenger, and Operating 
Revenues Per Enplaned Passenger 

The projection of operating revenues is provided in Table 9-7.  As shown in the table, airline revenues are 
expected to grow from $50,967 budgeted for 2010 to $57,821 projected for 2014 with a total of $271,697 
during the 5-year short-term planning period.  During the 5-year intermediate-term period, airline revenues 
are projected to total $317,330 and during the 10-year long-term period, revenues are projected to total 
$800,307.  The overall annual growth rate for airline revenues is 3.1 percent.  Non-Airline revenues are 
expected to grow from $333,892 budgeted for 2010 to $395,494 projected for 2014 with a total of 
$1,819,993 during the short-term period.  During the intermediate-term period, non-airline revenues are 
projected to total $2,212,338 and during the long-term period, revenues are projected to total $5,805,804.  
The overall annual growth rate for non-airline revenues is 3.8 percent.  Total SPS revenues are expected 
to grow from $384,859 budgeted for 2010 to $453,315 projected for 2014 with a total of $2,091,690 during 
the short-term period.  During the intermediate-term period, revenues are projected to total $2,529,669 and 
during the long-term period, revenues are projected to total $6,606,112.  The overall annual growth rate for 
total revenues is 3.7 percent. 
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Source: Leibowitz & Horton AMC, 2010. 
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Table 9-7 also provides a comparison of SPS’ airline cost per enplaned passenger versus the industry 
average for non-hub airports.  The airline cost per enplaned passenger (airline fees and rentals divided by 
enplaned passengers) is a measure airlines use to compare their cost of operations among the airports 
they serve.  SPS' airline cost per enplaned passenger is projected to range from $1.11 budgeted for 2010 
to an average of $1.44 during the long-term planning period.  During the same period, the industry average 
for non-hub airports ranges from $6.51 in 2010 to an average of $10.044.  This result shows that current 
and projected airline rates and charges at SPS are substantially below those of other similarly-sized 
airports throughout the 20-year planning period.  If airline rates could be adjusted to more closely reflect 
comparable rates of other similarly-sized airports, an additional source of capital funding would be 
generated.  Existing airline rates are so far below industry averages that a current increase would be 
warranted.  For example, SPS’ current landing fee for air carriers is approximately $0.18 per thousand 
pounds of aircraft landed weight, while the rate for other non-hub airports is substantially higher (in the 
range of $0.50 to $2.40 per thousand pounds).  A rate increase at least equal to annual inflation (estimated 
at 3 percent) would be readily justified for many years into the future.  The current financial weakness in the 
airline industry is likely to limit SPS’ ability to impose higher rates and may effectively preclude a 
substantive increase in airline rates and charges.  In future years, when airline financial conditions improve 
and stabilize, SPS could become more aggressive in revising airline rates to increase its capability for 
generating higher airline revenues which would contribute more to funding the anticipated CIP. 

Table 9-7 also provides a comparison of SPS’ total operating revenue per enplaned passenger versus the 
industry average for non-hub airports.  SPS’ operating revenue per enplaned passenger is projected to 
grow from $8.37 budgeted for 2010 to an average of $11.86 during the long-term planning period.  During 
the same period, the industry average for non-hub airports ranges from $32.02 in 2010 to an average of 
$49.335.  This shows that current and projected total revenues at SPS are substantially below those of 
other similarly-sized airports throughout the planning period.  The result is partially due to low airline rates 
as discussed above.  The recent negotiation of new rental car agreements was a beneficial step towards 
improving total revenues but will not be sufficient to bring SPS’ statistic in line with industry averages.  SPS’ 
existing automobile parking rates ($3.00 exit fee regardless of parking time) also contributes to the low 
revenue statistic.  Other non-hub airports impose a minimum charge in the range of $4.00 to $6.00 per day.  
As lease terms allow, other non-airline rent and fee increases may be considered to further improve total 
revenues.  A policy of annually increasing rates by a current inflation measure is a common practice that 
would provide beneficial results.  A mitigating circumstance related to low revenues is that SPS also 
operates with very low expenses and well managed cost efficiency. 

9.4.5 FINANCIAL PLAN SUMMARY 

The Financial Plan Summary presented in Table 9-8 includes projection totals for Operating Cash Flow 
and Capital Cash Flow.  In the Operating Cash Flow section, revenues and expenses are summarized from 
Tables 9-6 and 9-7.  As shown in Table 9-8, cash flow from operations is positive for every period of the 
projection.  The Capital Cash Flow section provides the matching of capital project expenditures with the 
availability of capital funds so that positive cash flows result throughout the 20-year planning period. 

                                                 
4 Source: FAA ACAIS enplanement database and non-hub airport annual financial report #127 from the FAA CATS for 2007 and 

2008 with inflation adjustments after 2008 
5 Sources: FAA ACAIS enplanement database and non-hub airport annual financial report #127 for 2007 and 2008 with inflation 

adjustments after 2008 

The Capital Cash Flow section of Table 9-8 summarizes the results of analysis from Tables 9-2 and 9-4.  In 
Table 9-2, an approach was provided for scheduling capital expenditures to match the availability of capital 
funding.  Table 9-4 provided an approach for matching specific capital funding sources with each of the 
Master Plan Update projects.  Based on the assumptions underlying the Financial Plan summarized in 
Table 9-8, implementation of the non-terminal related CIP is financially reasonable if SPS can obtain 
awards for the indicated amount of needed AIP discretionary grant funding.  However, the reasonability of 
funding the proposed passenger terminal concept with other unidentified funding relies heavily on the 
ability of City staff to identify one or more additional funding sources in the near-term. 

Key assumptions supporting the Financial Plan relate to the availability and timeliness of the funding 
sources that have been identified.  Receiving awards for about $13.2 million in AIP discretionary grants 
during the short-term (of which $7.2 million will likely be awarded by the FAA for the reconstruction of 
Runway 17/35 in 2010-2011), $1.7 million during the intermediate-term, and $10.5 million during the long-
term planning period (for a total of $25.4 million) are necessary for implementing the terminal apron and 
other airfield pavement projects to which this funding relates.  AIP discretionary funding is not certain until 
the actual award is received from the FAA.  If the indicated level of AIP discretionary funding is not 
available in the time frames indicated, then specific projects to which the funding is applied may need to be 
delayed or cancelled.  As previously discussed, Table 9-4 indicates that other unidentified funding will be 
applied to the terminal development project included in the CIP.  If this funding does not materialize in the 
time frames needed, the proposed passenger terminal project will need to be delayed. 

Additionally, the Financial Plan relies on achievement of the passenger enplanement forecasts.  Actual 
passenger enplanements may temporarily vary from the projected levels without a significant adverse 
impact on the CIP.  If decreased passenger levels occur and persist, implementation of all the proposed 
projects may not be financially feasible.  It should also be noted, however, that if the forecast passenger 
levels are not met, then some of the planned capital improvements may not be necessary. 
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Source: Leibowitz & Horton AMC, 2010. 


